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A  review  of  recent  Chicago  rapid 
transit  developments  reflects  exten- 
sive usage  of  public  and  private 
rights-of-way.  Chicago  made  rapid 
transit  history  when  on  June  22,  1958, 
the  first  rapid  transit  extension  in 
the  median  of  an  expressway  was 
opened  in  the  Eisenhower  right-of- 
way.  Subsequently  in  October,  1962, 
the  western  portion  of  the  Lake  Street 
line  was  relocated  on  an  existing 
right-of-way  of  the  Chicago  and  North 
Western  Railway. 

It  was,  therefore,  no  novelty 
to  the  Chicago  area  when  rights-of- 
way  for  rapid  transit  were  reserved 
in  the  median  strips  of  both  the 
Kennedy  and  the  Dan  Ryan  express- 
ways. Soon  after  these  expressways 
were  built,  planning  began  for  de- 
velopment of  these  mass  transit 
medians  into  rail  rapid  transit  ex- 
tensions to  be  incorporate^^  into  the 
basic  pattern  of  the  Chicago  Transit 
Authority's  subway  and  elevated 
lines .  The  map  at  right  shows  both 
the  Kennedy  and  the  Dan  Ryan  rapid 
transit  ext  ens  ion  s  in  relation  to 
other  Authority  routes.  The  Kennedy 
extension  is  in  the  expressway 
median  between  the  north  terminal 
near  Foster  and  Milwaukee  Avenues 
and  a  portal  south  of  the  Addison 
station.  From  this  point  southward 
to  its  juncture  with  the  old  Logan 
Square  rapid  transit  structure,  the 
extension  is  in  subway.  On  the  south 
side,  the  Dan  Ryan  extension  origi- 
nates at  a  terminal  in  the  expressway 
median  near  95th  and  State  Streets  , 
travels  northward  to  a  point  just  south 
of  18th  Street,  swings  to  the  east  and 
connects  up  with  the  old  south  side 
elevated  structure.  The  Kennedy 
line  is  actually  an  extension  of  the 
foi-mer  Logan  Square  -  Congress- 
Douglas  line  which  has  been  renamed 
the  West -Northwest  route.  The  Dan 
Ryan  extension  h  a  s    been    through- 


routed  with  the  former  Lake  Street 
line  in  order  to  give  direct  service 
from  the  south  side  of  Chicago  to  the 
west  side.  This  was  accomplished 
by  a  drastic  rearrangement  of  all 
rapid  transit  services  operating  on 
the  downtown  loop  elevated  structure. 
Financing  for  both  rapid  transit 
extensions  has  followed  the 
usual  course  of  capital  grant  projects 
in  which  the  Federal  Department  of 
Housing  and  Urban  Development,  now 
Department  o  f  Transportation,  has 
participated.  In  the  spring  of  1966  , 
the  City  Council  of  Chicago  passed 
an  ordinance  calling  for  a  referendum 
on  the  question  of  issuance  of  City  of 
Chicago  bonds  totaling  $195,  000,  000, 
$28,  000,  000  of  which  was  designated 
for  public  transportation  improve- 
ment. In  a  special  election  held  on 
June  14,  1966,  the  bond  issue  was 
passed  and  local  matching  money  was 
thereby  provided  for  Dan  Ryan 
and  Kennedy  rapid  transit  projects. 
Application  for  Federal  financial 
assistance  was  made  to  the  Depart- 
ment of  Housing  and  Urban  Develop- 
ment and,  on  March  14,  1967,  approval 
of  the  rapid  transit  extension  projects 
was  announced. 


Engineering  work  was  started 
immediately.  Prelinninary  construc- 
tion work  followed  shortly  thereafter  . 
Current  estimates  place  the  project 
costs  at  approximately  $110,  000,  000 
which  includes  the  purchase  of  150 
modern  air  conditioned  cars  used  to 
augment  the  Authority's  fleet  of  equip- 
ment in  serving  the  new  lines. 

Regular  service  was  inaugurated 
on  the  Dan  Ryan  line  on  September 
28,  1969.  The  extension  provided 
approximately  eleven  miles  of  new 
rapid  transit  route  and  nine  new 
stations.  The  Kennedy  line  was 
opened  on  February  1,  1970  and  pro- 
vided 5.2  miles  of  new  rapid  transit 
route  and  six  new  stations,  one  of 
which  replaced  the  old  terminal 
station  at  Logan  Square, 

Long  before  the  opening  date  of 
the  two  new  rapid  transit  lines,  ex- 
tensive service  rearrangements  were 
laid  out  by  our  planning  and  schedule 
groups  within  the  Authority.  It  was 
recognized  that  both  the  lines  crossed 
many  heavy  bus  routes  and  that  con- 
venient transfers  should  be  arranged 
for  the  riding  public.  It  was  also 
obvious  that  these  rapid  transit  routes 
would  in  a  number  of  instances  dupli- 
cate bus  operations  which  were  oper- 
ating from  outlying  areas  into  the 
central  business  district.  It,  more- 
over, became  apparent  that  these 
duplicating  services  could  be  elimi- 
nated b  y  cutting  off  the  downtown 
sections  of  these  buslines  and,  in  so 
doing,  it  would  be  possible  to  offset 
at  least  some  of  the  added  operating 
expenses  occasioned  by  two  new  rapid 
transit  lines.  Moreover,  by  providing 
convenient  transfer  arrangements , 
our  riding  public  would  be  better 
served  over  a  substantial  portion  of 
each  trip  by  a  faster  rapid  transit 
journey  unobstructed  by  the  street 
traffic  which  plagued  the  long  bus 
lines.     It  was    also   recognized    that 

Bus/rapid  transit  interchanges  at 

Jefferson  Park 

Logan  Square 

95th  Street 


the  elimination  of  unnecessary  bus 
trips  into  the  central  business  district 
especially  during  the  two  rush  periods 
would  greatly  facilitate  the  movement 
of  traffic  in  this  area  and  would  assist 
materially  in  improving  the  bus  op- 
erations which  remained  in  this 
highly  congested  area. 

Specific  examples  are  the  service 
cuts  made  on  the  Addison,  Diversey  , 
and  Garfield  bus  lines.  All  of  these 
routes  were  crosstown  lines  which 
operated  over  east  and  west  streets 
but  e  V  e  n  t  ually  terminated  in  the 
central  business  district.    The  down- 


town  service  was  eliminated  com- 
pletely on  the  Diversey  and  the 
Garfield  lines  and  most  of  it  taken 
off  of  the  Addison  line .  The  Milwaukee 
bus  line  which  paralleled  the  Kennedy 
extension  was  cut  in  two  so.  as  to  serve 
as  a  feeder  rather  than  a  downtown 
service.  Similarly  much  service  was 
eliminated  from  the  State  Street  bus 
line  which  parallels  the  Dan  Ryan  ex- 
tension and  serves  much  of  the  same 
territory. 

The  service  changes  which  have 
been  evolved  are  all  designed  to  utilize 
to  the  maximum  the  best  qualities  of 
both  bus  and  rail  transit.  For  ex- 
ample, at  the  Jefferson  Park  terminal 
which  is  at  the  north  end  of  the 
Kennedy  line,  ten  existing  CTA  bus 
lines  were  rerouted  so  as  to  serve 
the  surrounding  area  more  intimately 
and  feed  the  station.  The  terminal 
is  also  served  by  suburban  bus  routes, 
the  North  Western  Railway  commuter 
service  and  Greyhound.  In  addition, 
a  new  bus  service  was  inaugurated 
between  the  Jefferson  Park  terminal 
and  O'Hare  field  for  the  principal 
purpose  of  providing  transportation 
for  workers  at  O'Hare.  Convenient 
transfer  arrangements  have  also  been 
provided  at  the  Montrose,  Irving  Park 
and  Addison  stations  where  existing 
crosstown  bus  services  contact  the 
new  extension.  At  the  Belmont  subway 
station,  an  off-street  transfer  point 
has  been  provided  for  both  east  and 
west  bound  Belmont  trolley  coaches. 
Another  major  intermodal  transfer 
point  has  been  arranged  at  the  Logan 
Square  station  where  formerly  a 
number  of  bus  lines  fed  the  old  rapid 
transit  terminal  station  at  that  loca- 
tion. 

At  95th  Street,  a  pattern  similar 
to  that  followed  by  the  Jefferson  Park 
terminal  was  developed .  Some  routes 
were  split  in  two  and  several  new 
routes  were  brought  into  the  terminal 


in  order  to  provide  more  direct  ser- 
vice for  persons  in  the  surrounding 
area  to  reach  the  terminal  and  even- 
tually the  downtown  district.  In  both 
this  instance  and  that  of  the  Jefferson 
Park  terminal,  bus  service  rear- 
rangements h  av  e  involved  some 
additional  m  i  le  ag  e  and  additional 
equipment.  In  other  instances, 
existing  bus  services  had  to  be  ex- 
panded in  order  to  provide  for  the 
increased  patronage  by  riders  who 
wished  to  reach  the  rapid  transit 
station. 

Also  on  the  Dan  Ryan  line,  con- 
venient facilities  were  arranged  for 
passengers  transfering  from  the 
intersecting  crosstown  bus  routes. 
At  the  69th  Street  station,  a  new  bus 
bridge  was  built  in  order  to  provide 
this  type  of  service  for  west  bound 
69th  Street  passengers.  The  bridge 
also  serves  as  part  of  the  terminal 
loop  for  the  71st  and  South  Chicago 
bus  lines.  In  every  instance,  a 
special  effort  has  been  made  to  pro- 
vide a  better  service  from  outlying 
areas  by  feeder  buses  to  the  rapid 
transit  lines  where  high  speed  un- 
obstructed service  is  available  to 
other  parts  of  the  City. 
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The  favorable  acceptance  of  the 
new  services  by  our  riders  is  re- 
flected in  the  chart  shown  below. 
It  will  be  noted  that  traffic  on  both  the 
Dan  Ryan  and  Kennedy  lines  has  risen 
steadily  since  the  inception  of  the 
new  services  while  rapid  transit 
traffic  on  the  rest  of  the  system  has 
changed  only  slightly.  The  patronage 
on  the  new  lines  has  actually  exceeded 
our  most  optimistic  projections. 
Using  a  typical  day  of  the  initial  week 
of  operation  as  a  base,  the  Dan  Ryan 
traffic  has  actually  increased  by  27%, 
the  Kennedy  by  37%.  This  reflects  a 
definite  need  for  the  new  lines  and  a 
desire  by  our  riders  to  use  them. 
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Let's  look  now  and  see  how  well 
we  have  achieved  some  of  our  other 
objectives.  First  I  would  like  to  call 
attention  to  the  chart  at  right  which 
reflects  riding  into  the  central 
business  district  dur  in  g  a  typical 
weekday  in  May.  In  1969,  6299  buses 
and  5874  rapid  transit  cars  carried 
353,096  passengers  into  the  area 
between  7:00  a.m.  and  7:00  p.m.  . 
In  1970,  5954  buses  and  6332  rapid 
transit  cars  carried  355,497  pas- 
sengers into  the  district.  It  is  inter- 
esting to  note  that  the  number  of  bus 
trips  has  been  reduced  by  345  and 
that  the  number  of  car  trips  has  been 
increased  by  458  while  the  number  of 
passengers    handled  is  somewhat 
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higher  since  the  two  new  extensions 
were  installed.  This  means  that  we 
are  actually  serving  more  riders 
and  have  taken  345  daily  bus  trips 
out  of  the  congested  downtown 
district. 

Equally  significant  are  the  numbers 
of  cars  and  buses  required  to  fill  all 
schedules  before  and  after  the  service 
changes  were  made.  These  data  are 
reflected  on  the  charts  on  the  right. 
Here  we  have  used  September  1969 
and  July  1970  schedules  in  order  to 
make  the  comparisons.  During  this 
period,  both  new  rapid  transit  lines 
were  placed  in  operation.  This  rela- 
tively long  period  also  makes  it 
possible  to  reflect  more  fully  the 
gradual  changes  in  riding  habits  of 
our  passengers  which  continue  to  be 
seen  in  the  changed  traffic  patterns 
of  the  affected  routes.  Moreover  , 
additional  scheduling  and  operating 
experience  with  the  changed  traffic 
patterns  makes  it  possible  to  better 
adjust  service  to  the  new  require- 
ments. 
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In  the  top  chart  it  will  b  e  noted 
that  76  cars  were  added  to  the  rapid 
transit  service  between  September 
1969  and  the  following  July.  This  is 
the  net  result  of  124  cars  added  to 
serve  the  Dan  Ryan  and  Kennedy  ex- 
tensions and  48  removed  elsewhere 
because  of  diversion,  seasonal  and 
other  traffic  trends. 

The  impact  of  the  Dan  Ryan  and 
Kennedy  openings  is  a  bit  more  in- 
volved in  the  case  of  the  bus  require- 
ments. Notonly  were  buses  removed 
from  service  because  of  curtailed  bus 
routings  but  new  lines  were  added  and 
many  services  bolstered  to  meet  new 
demands  for  service  to  the  new  rapid 
transit  stations.  The  center  chart 
reflects  these  changes  in  some  detail. 
To  summarize,  a  net  total  of  94  buses 
were  removed  from  the  overall  opera- 
tion because  of  service  changes  occa- 
sioned by  the  Dan  Ryan  and  Kennedy 
openings. 

The  lower  chart  is  perhaps  the 
most  interesting  chart  of  the  group. 
Here  the  effect  of  the  Dan  Ryan  and 
Kennedy  extensions  on  weekly  oper- 
ating e  xp  en  s  e  s  is  shown.  As  ex- 
plained above,  the  comparisons  are 
again  made  between  September  1969 
and  July  1970  schedules.  The  net 
effect  of  the  Dan  Ryan  opening  caused 
weekly  operating  expenses  to  rise 
$18,  200  for  the  entire  system.  This 
is  the  result  of  balancing  the  in- 
creased costs  of  the  new  rapid  transit 
line  against  the  economies  effected  by 
a  pruning  and  rearrangement  of  bus 
services.  For  the  Kennedy  line,  the 
corresponding  increase  in  weekly 
operating  e  xp  e  n  s  e  s  was  $27,200. 
Thus  it  is  estimated  that  both  ex- 
tensions now  have  the  net  effect  of 
increasing  operating  expenses  by  a 
total  of  $45,  400  each  week. 
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Currently,  it  is  estimated  that 
293,  000  passengers  are  usingthe  new 
Kennedy  stations  weekly,  489,  000  the 
new  Dan  Ryan  stations.  The  total 
number  for  all  new  stations  on  both 
extensions  is  therefore  782,  000.  The 
majority  of  these  passengers  have 
shifted  to  the  new  lines  from  other 
CTA  services  because  of  the  greater 
speed  and  convenience  which  is 
offered.  Approximately  60%  of  this 
traffic  arrives  or  leaves  the  new 
rapid  transit  stations  by  CTA  bus. 

In  an  interview  study  made  in  June 
of  this  year  at  the  69th,  79th,  87th 
and  95th  street  stations  on  the  Dan 
Ryan  line,  it  was  found  that  approxi- 
mately 27.  5%  of  the  passengers  were 
not  previously  CTA  patrons:  4%  used 
suburban  bus  services,  10%  suburban 
railroads,  8%  used  automobiles,  and 
the  remainder  did  not  previously  make 
the  journey.  Using  this  and  other 
available  data,  it  is  conservatively 
estimated  that  between  10  and  15  per- 
cent of  the  passengers  using  the  Dan 
Ryan  -  Kennedy  stations  are  new  to 
CTA.  Some  studies  lead  us  to  believe 
that  the  new  riders  could  easily  total 
20%. 

Applying  the  10  to  15  percent 
figures  to  the  total  weekly  ridership 
of  782,  000  passengers,  we  find  that 
between  78,000  and  117,000  are  new 
customers.  At  a  current  average 
fare  of  47.5  cents,  the  Authority  is 
receiving  between  $37,  000  and 
$56,  000  weekly  in  new  revenue  since 
the  opening  of  the  new  extensions  . 
It  is  more  interesting  to  note  how  this 
new  revenue  is  now  offsetting  our  es- 
timate of  $45,400  for  additional  weekly 
operating  expenses  occasioned  by  the 
two  new  lines. 

Presently  the  traffic  on  both  of 
the  new  extensions  app  e  ar  s  to  be 
leveling  off.  This  may  be  in  part  due 
to  our  recent  change  in  fare  structure. 
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Some  passengers  continue  to  revise 
their  travel  habits  and,  in  order  to 
better  accommodate  bur  riders,  eight 
southside  bus  routes  were  recently 
authorized  for  revision  by  the  CTA 
board.  Service  will  also  be  provided 
in  some  areas  not  presently  served 
by  CTA.  Looking  even  farther  into 
the  future,  it  is  hoped  that  other  ser- 
vice adjustments  can  be  made  which 
will  make  the  new  rapid  transit  ex- 
tensions even  more  attractive  and 
provide  additional  new  riders. 
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